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Response to Comments of Public Hearing in San Francisco, April 15, 2004 (PH-SF001-044) 

PH-SF001-1 
Acknowledged. 

PH-SF002-1 
Acknowledged. 

PH-SF002 -2 
Acknowledged. 

PH-SF002 -3 
Acknowledged. 

PH-SF002 -4 
In the Final Program EIR/EIS, each environmental area (sections of 
Chapter 3) has been modified to include mitigation strategies that 
would be applied in general for the HST system.  Each section of 
Chapter 3 also outlines specific design features that will be applied to 
the implementation of the HST system to avoid, minimize, and 
mitigate potential impacts.  Construction methods, impacts, and 
mitigation strategies (including the strategy suggested in your 
comment) are addressed in Section 3.18. 

PH-SF002-5 

Subsequent project level analysis would include detailed operational 
analysis of shared use and shared right of way corridors. 

PH-SF003 -1 
Acknowledged. 

PH-SF003 -2 
Please see standard response 2.18.1. 

PH-SF004 -1 
Acknowledged. 

PH-SF004 -2 
Acknowledged.  The Authority has identified the Transbay Terminal 
as the preferred HST station to serve downtown San Francisco. 

PH-SF004 -3 
Acknowledged. 

PH-SF005 -1 
Acknowledged. 

PH-SF005 -2 
Acknowledged. 

PH-SF006 -1 
Acknowledged. 

PH-SF006 -2 
Acknowledged.  The Authority has identified the Transbay Terminal 
as the preferred HST station to serve downtown San Francisco. 

PH-SF006 -3 
Acknowledged. 

PH-SF007 -1 
Acknowledged. 
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PH-SF007 -2 
Acknowledged.  The Authority has identified the Transbay Terminal 
as the preferred HST station to serve downtown San Francisco. 

PH-SF008 -1 
Acknowledged.  Direct HST service to Oakland and the East Bay is 
included as part of the Authority’s preferred alignment. 

However, see standard response 6.2.1. 

PH-SF008 -2 
Please see standard response 6.8.1. 

PH-SF008 -3 
Please see standard response 2.16.1. 

PH-SF008 -4 
Acknowledged. 

PH-SF009 -1 
Acknowledged. 

PH-SF009 -2 
Please see standard response 2.18.1. 

PH-SF010 -1 
Acknowledged. 

PH-SF010 -2 
Please see standard response 2.18.1. 

PH-SF011 -1 
Acknowledged.  Please also see standard response 6.3.1. 

PH-SF011 -2 
Please see standard response 2.18.1. 

PH-SF012 -1 
Acknowledged. 

PH-SF012 -2 
Acknowledged.  The Final EIR/EIS identifies the Transbay Terminal 
as the preferred HST station to serve downtown San Francisco. 

PH-SF012 -3 
Acknowledged. 

PH-SF013 -1 
Acknowledged.  The Authority has identified the Transbay Terminal 
as the preferred HST station to serve downtown San Francisco. 

PH-SF013 -2 
Acknowledged. 

PH-SF014 -1 
Acknowledged. 

PH-SF014 -2 
Please see standard response 2.18.1. 

PH-SF015 -1 
Acknowledged. 

PH-SF016 -1 
Acknowledged.  Please see standard response 6.3.1. 

PH-SF016 -2 
Please see standard response 8.1.7 
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PH-SF017 -1 
Please see standard response 2.18.1. 

PH-SF018 -1 
Acknowledged.  Please see standard response 2.1.12. 

 PH-SF018 -2 
Acknowledged.  See standard response 8.1.7.  The Authority will 
participate in a regional rail study funded by Regional Measure 2. 

PH-SF019 -1 
Acknowledged. 

PH-SF019 -2 
Acknowledged.  The Authority has identified the Transbay Terminal 
as the preferred HST station to serve downtown San Francisco. 

PH-SF019 -3 
Acknowledged. 

PH-SF020 -1 
Please see standard response 6.3.1. 

PH-SF021 -1 
The suggested use of larger aircraft to accommodate the demand for 
intercity trips is not considered a viable alternative option for the 
Modal Alternative for several reasons, including (1), in part, because 
airports other than LAX and SFO would require extensive 
improvements to accommodate the larger aircraft;  (2) the prevailing 
trend in the for-profit commercial aviation industry is towards a 
greater reliance on small and regional jet aircraft (up to 135 
passengers) to serve the short-haul intercity travel market, which 
provides advantages such as lower operating costs, increased 
frequency and higher gate utilization; and (3) given current factors 
affecting profitability in the California intercity air travel market it 

does not appear feasible and it would be speculative to assume that 
the commercial airlines would incur the expense of changing to 
larger aircraft for intercity regional service.  (See Appendix2-G of the 
DPED) 

Existing and planned intracity public transportation networks such as 
subway, light rail, and bus systems serve local and regional travel 
demand, which would in turn free some transportation system 
capacity that could be used by intercity trips.  These systems were 
not included in the Modal Alternative because they already exist to a 
large extent in the larger markets where they would be considered 
appropriate (San Francisco Bay Area, Los Angeles, Sacramento, San 
Diego) and it would require a level of detailed study not appropriate 
for this analysis to ascertain the specific amount of intercity capacity 
that could be derived by specific extensions or improvements to 
these existing rail transit systems.  Proposed concepts for high-speed 
regional transit using Maglev or other technology could have similar 
effects of diverting local and regional travel demand, but they would 
not serve intercity passengers.  

PH-SF021-2   

Acknowledged. 

PH-SF022-1 
If the HST project moves forward, analyzing the placement, 
dimensions, and cost of sound walls and the potential land use 
impacts of these sound walls would be part of future project-level 
environmental documents.  The detailed analysis required for this 
work is beyond the scope of a program-level environmental 
document.  The mitigation strategies for the Land Use and Planning, 
Communities and Neighborhoods, Property and Environmental 
Justice section of the Draft Program EIR/EIS (Section 3.7.5) states, 
“If a decision is made to go forward with the proposed HST system, 
alignments would be refined in consultation with local governments 
and planning agencies, with consideration given to minimizing 
barrier effects in order to maintain neighborhood integrity.  Noise 
barrier dimensions and potential mitigation strategies to reduce the 
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effects of any new barriers would be considered at the project-level 
environmental review and could include grade separating planned 
rail lines and streets, new pedestrian crossings, new connection 
points, improved visual quality of project facilities, and traffic 
management plans to maintain access during and after 
construction.”  (Draft Program EIR/EIS, page 3.7-27) 

PH-SF023-1 
Please see Standard Response 3.1.1 

PH-SF024-1 
Please see standard response 2.1.1. 

PH-SF025-1 
Concerns about sprawl and growth induced impacts are addressed in 
the Program EIR/EIS (see Summary and Chapter 5) and the program 
purpose supports the creation of multi-modal transportation 
complexes  located in city centers (San Francisco, San Jose, 
Sacramento, Fresno, Bakersfield, Los Angeles, Anaheim, etc.).  
Connectivity and accessibility were key factors in identifying station 
options and in determining preferred station locations.  Please see 
standard response 2.1.12. 

PH-SF026-1 
The Program EIR/EIS identifies a HST technology capable of sharing 
tracks at reduced speeds with other compatible services.  As stated 
in Section 2.6.7, “This state-of-the-art, high-speed, steel-wheel-on-
steel-rail technology would operate in the majority of the statewide 
system in dedicated (exclusive track) configuration.  However, where 
the construction of new separate HST infrastructure would be 
infeasible, shared track operations would use improved rail 
infrastructure and electrical propulsion.  Potential shared-use 
corridors would be limited to sections of the statewide system with 
extensive urban constraints.”  (Draft Program EIR/EIS, page 2-29)  
“Physical or temporal separation from conventional freight” was 
included as part of the general criteria of shared-use corridors.  The 

two segments of the HST system which have been designed as 
“shared use” are the links between San Francisco and San Jose 
along the existing Caltrain corridor, and between Los Angeles and 
Irvine along the LOSSAN corridor.  From Sacramento to San Jose, to 
Los Angeles and San Diego (via Inland Empire), there would be no 
“conventional” passenger or freight trains sharing tracks with the 
HST services.  You state that, “the EIR/EIS fails to address 
congestion along the line of most concern, which is Merced all the 
way to Los Angeles; the Los Angeles to the Inland Empire along the 
Union Pacific and Burlington lines.”  The HST system would not be 
sharing track with conventional freight or passenger services in any 
portion of the alignment you have noted as being of greatest 
concern; thus, there would be no congestion and no congestion 
delays from conventional services along these routes.   

Between San Francisco and San Jose, the alignment would be a 
four-track railroad with the two middle tracks being “shared” by HST 
service and Caltrain express services.  Along this corridor, the two 
outer tracks would be used for local and a minimal amount of freight 
operations.  The Caltrain express services and the HST services 
would operate at similar speeds along this segment with few stops, 
and therefore little if any degradation in HST wait time or reliability 
would be expected as a result of shared use along the San Francisco 
Peninsula.   

Between Los Angeles and Irvine along the LOSSSAN corridor, it is 
assumed that between Los Angeles and Fullerton the system would 
be four tracks, with two tracks for passenger services and two tracks 
for conventional freight.  Nevertheless, because of the amount of 
existing and planned commuter and conventional intercity services 
on the corridor, it is anticipated that sharing infrastructure on this 
segment would affect HST operations between Los Angeles and 
Irvine as documented in Chapter 6 Alignment Options Comparison.  
The travel time between Los Angeles and Anaheim was estimated at 
27 minutes, which is 11 minutes longer than the dedicated alignment 
option (UP Santa Ana) as a result of the operational constraints and 
slower speeds of the conventional passenger services.  Under 
Operational Issues for the LOSSAN Corridor alignment options 
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between Los Angeles and Orange County, the Draft Program EIR/EIS 
states, “Shared-use alignment with delays and capacity constraints 
due to other rail traffic.  Operational analysis suggests a range of 
between 18 and 45 HST trains a day in each direction, depending on 
schedule and the effectiveness of a joint operating plan that would 
have to be developed in partnership with Amtrak and Metrolink.  
These estimated service levels assumed 16 Amtrak and 29 Metrolink 
trains daily in each direction.”  (page 6-83) 

PH-SF026-2 
The Program EIR/EIS Section 5.4 Potential Indirect Impacts of 
Induced Growth summarizes the potential indirect impacts related to 
incremental population and employment growth, and associated 
changes with urbanization.  Subsection 5.4.1 Transportation 
discusses the potential impacts of induced growth on traffic 
conditions for highways, roadways, passenger transportation 
services (i.e., bus, rail, air, intermodal), goods movement, parking, 
and transit facilities within the study area.  This work is part of the 
Economic Growth and Related Impacts analysis done for this 
program environment process and summarized with Chapter 5 of the 
Program EIR/EIS.  The Draft Program EIR/EIS discusses the 
potential increase in traffic around stations, and the degree to which 
that increase may be significant.  In addition to discussing the 
potential traffic around stations, the document also discusses 
potential impacts on highways; and to transit, goods movement, and 
parking.  The effects of potential increases or decreases are 
discussed in Section 3.1.3 Environmental Consequences for the 
overall comparison for the three Alternatives (No Project, Modal, and 
HST), and Section 3.1.4 Comparison of Alternatives by Region for 
the five regions investigated as part of the program process.  More 
detailed analysis of potential traffic-related impacts and the effects 
of those impacts will be presented in future project-specific 
environmental documents should the HST project move forward. 

PH-SF027-1 
Please see standard response 2.18.1. 

PH-SF027-2 
Please see standard response 2.18.1. 

PH-SF028-1 
The analysis of biological resources has been refined to indicate the 
magnitude of potential effects in addition to the potential presence 
of protected resources.  See Response 3.15.1. The available 
databases, along with critical habitat maps, identify the species and 
habitat types which may be found in the areas crossed by potential 
HST alignments, which is appropriate so that this program-level 
analysis can generally consider potential impacts to sensitive wildlife 
resources and habitat on a systemwide basis at a consistent level of 
detail. 

PH-SF029-1 
Acknowledged.  The Authority has identified the Transbay Terminal 
as the preferred HST station to serve downtown San Francisco. 

PH-SF030-1 
Please see Response 2.8.1.  The capital and operating costs 
estimated for the HST Alternative (Section 4.2.2) both include 
provision of safety and security measures.  The estimated capital 
costs include access control measures such as fencing throughout 
any and all accessible areas of the HST corridors and facilities; 
monitoring and detection systems (e.g., video surveliance, motion 
sensors) along all track segments to detect and react to 
unauthorized intrusions or activites; and state of the art 
communication systems.  Operating costs include equipment and 
infrastructure inspection as well as continuous monitoring of the 
systems mentioned in the discussion of capital costs above.   All 
aspects of the HST system would conform to the latest Federal 
requirements regarding transportation security as it was developed 
and implemented.  In terms of screening times, rail transportation 
systems are inherently different than air transportation since they 
are confined to their tracks.  While screening times for air 
transportation have increased considerably since 9/11, for rail 
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systems in the United States (including the high-speed Acela service) 
screening times have not changed. 

PH-SF031-1 
Please see standard response 2.1.2. 

PH-SF031-2 
The Program EIR/EIS provides a comparison between the No 
Project, Modal, and HST Alternatives in terms of potential costs 
(capital and operational), and potential environmental impacts (such 
as air quality, noise, safety, etc.).  The comparison of the three 
system alternatives is found under the Key Findings (S.5) in the 
Summary chapter of the Program EIR/EIS.  The Summary also 
includes the Systemwide Environmental Impact Comparison, which 
compares the No Project, Modal, and HST Alternatives for key 
environmental issues.  The other chapters of the Program EIR/EIS 
provide the supporting technical information for the No Project, 
Modal, and HST Alternatives that led to the conclusions of the 
Summary chapter. 

The comment may be referring to a study entited The Full Cost of 
Intercity Transportation: A Comparison of High-Speed Rail, Air, and 
Highway Transportation in California (Kanafani, U.C. Berkeley, 
Institute of Transportation Studies, 1996).  This study, however, 
does not present a complete comparison, because it failed to include 
the highway and air transportation infrastructure improvements 
(costs or potential environmental impacts) needed to serve 
California’s future intercity travel demands for 2020 and beyond.  
Professor Kanafani’s study also used very different assumptions for 
an HST system (an “inflexible” system serving mostly the Los 
Angeles to San Francisco Bay Area market) than those applicable to 
the proposed HST Alternative described in the Program EIR/EIS.  
While the Kanafani study did try to quantify some external social 
costs, it did not consider many areas of potential impact required as 
part of a formal CEQA and NEPA environmental process (such as this 
program environmental process undertaken by the co-lead 
agencies), including potential impacts to the human environment 

(land use and community impacts, farmlands, aesthetics and visual 
resources, socioeconomics, utilities and public services, and 
hazardous materials); cultural resources (archaeological resources, 
historical properties) and paleontological resources; the natural 
environment (biological resources, wetlands, hydrology and water 
resources, geology and seismic hazards); parklands; growth-inducing 
impacts; and cumulative impacts.  Many of these effects are difficult 
to describe in quantitative terms and to value in monetary terms, 
and detailed cost-benefit calculations are beyond the scope of this 
program EIR/EIS. 

PH-SF031-3 
Please see standard response 2.1.2 

PH-SF031-4 
Please see standard response 2.1.2 

PH-SF032-1 
Please see standard response 3.4.1 

PH-SF033-1 
The most common reason for significant increases in project costs is 
the addition of items not included in the original cost estimates 
resulting from the project growing beyond the original definition.  
Examples of additional project elements for an HST system in 
California could include additional line segments, new alignment 
options or configurations (tunnel instead of at grade), additional 
stations or station improvements beyond the level defined in the 
original estimate, improvements to related facilities such as other 
commuter or freight rail lines/stations, etc. The Authority intends to 
control the cost of the project through strict management of the 
definition and scope of the project.  Maintaining focus on the key 
project elements (those that are vital to the system as defined) is a 
primary factor in implementing the project within the cost 
projections. 
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In terms of potential ridership shortfalls, the HST system as 
described in the Program EIR/EIS would have extensive flexibility to 
adjust service to meet market demand.  The service plans would be 
defined to meet the current market by adding or subtracting service 
(more or fewer trains), or modifying the trainsets (more or fewer 
vehicles per trainset) to best meet the demand at the lowest 
possible operating costs. 

PH-SF034-1 
Acknowledged. 

PH-SF034-2 
Please see standard response 2.18.1. 

PH-SF034-3 
Qualcomm Stadium is one of the three terminus station options 
investigated for San Diego in the Draft Program EIR/EIS.  The 
Authority has identified the Downtown Santa Fe Depot as the 
preferred location for the San Diego terminus. 

PH-SF034-4 
Acknowledged. 

PH-SF034-5 
Acknowledged. 

PH-SF035-1 
Some parks are listed in Section 3.16 Section 4(f) and 6(f) Resources 
(Public Parks and Recreation), subsection C; however, in the 
Program EIR/EIS, most of the potentially affected parks are not 
listed in the main text.  More detailed lists of the potential effects on 
parks in the study area can be found in each of the regional Section 
4(f) and 6(f) technical reports.  Those reports can be found on the 
Authority’s website at: 

 http://www.cahighspeedrail.ca.gov/eir/regional_studies/default.asp. 

The Orestimba Wilderness area is part of Henry Coe State Park.  The 
co-lead agencies have recommendation for further study of a broad 
corridor before identifying a preferred alternative alignment for the 
northern mountain crossing, with the corridor reaching from Pacheco 
(SR-152) in the south to Altamont (I-580) in the north, but will not 
pursue alignments through or under Henry Coe State Park.  Please 
also see standard response 6.3.1. 

Parks identified in the Program EIR/EIS may or may not be 
impacted.  Project-level analysis would identify unavoidable expected 
parkland impacts.  It is premature and simply incorrect to state that 
55 to 85 parks would “disappear.”  The list includes more than parks. 
The total number of potentially affected resources includes public 
parks, forests, recreation areas (including city parks, playgrounds, 
golf courses, recreation centers, sports complexes, duck ponds, etc), 
wildlife refuges, and historic sites.  

Parkland resources were considered to have a high potential to be 
impacted by the HST alignment options if any portion of the 
parkland was within 150 ft (46 m) from the centerline of an 
alignment option. While an impact to some parks may be possible, 
this does not mean that the park would “disappear.”  A range of 55 
to 85 resources identified in the Program EIR/EIS were within this 
envelope.  Given a minimum HST corridor width of 50 ft, however, it 
is not expected that these potentially affected resources would need 
to be acquired in order for the proposed HST system to proceed, and 
feasible mitigation measures would be incorporated to reduce 
potential adverse effects. 

The HST alignments were designed to avoid and minimize potential 
impacts to 4(f) resources.  The next step of the environmental 
analysis, the project-level environmental analysis, would examine the 
potential site-specific impacts to parks and other 4(f) resources and 
would refine the current alignments to avoid and minimize potential 
impacts, as well as to consider feasible mitigation measures where 
needed. 
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PH-SF036-1 
Acknowledged. 

PH-SF036-2 
Please see standard response 2.35.1. 

PH-SF036-3 
Please see standard response 2.7.3. 

PH-SF037-1 
Please see standard response 2.18.1. 

PH-SF037-2 
Please see standard response 6.11.1. 

PH-SF038-1 
Acknowledged.  The Authority has identified the Transbay Terminal 
as the preferred HST station to serve downtown San Francisco. 

PH-SF038-2 
Acknowledged. 

PH-SF039-1 
Acknowledged. 

PH-SF039-2 
Acknowledged.  The Authority has identified the Transbay Terminal 
as the preferred HST station to serve downtown San Francisco. 

PH-SF039-3 
Please see standard response 2.18.1. 

PH-SF040-1 
Please refer to standard response 6.3.1, standard response 3.15.5, 
and standard response 3.15.4. 

PH-SF041-1 
Acknowledged. 

PH-SF042-1 
Please see standard response 2.18.1. 

PH-SF042-2 
While the Authority’s enabling legislation indicates that service for 
intercity travel markets is to be the primary objective of the 
statewide HSR system, which is also to be coordinated with public 
transit services, the Draft EIR/EIS recognizes that the alignment 
options being considered may also serve some long-distance 
commuters, such as in the San Francisco, Los Angeles, and San 
Diego regions.  The ridership and revenue forecasts used as a basis 
for defining the alternatives considered in the Draft Program EIR/EIS 
include 10 million of these long-distance commute trips annually 
(Section 2.3.2.C). 

PH-SF042-3 
In regards to Steel-Wheel-on-Steel-Rail operations, the Draft 
Program EIR/EIS states, “To operate at high speeds, a dedicated, 
fully grade-separated right-of-way is necessary with more stringent 
alignment requirements than those needed for lower speed lines.  
However, it would be possible to integrate VHS systems into existing 
conventional rail lines in the congested urban areas with resolution 
of potential equipment and operating compatibility isuues by the FRA 
and the California Public Utilities Commission (page 2-27).  The 
Program EIR/EIS also notes FRA requirements for trains (see 
footnotes on page 2-28 of the Draft Program EIR/EIS).  In addition, 
please see Section 2.2 of the “Engineering Criteria” technical report 
section 2.2. (January, 2004).  For the HST Alternative, shared use 
corridors are assumed to meet the following general criteria: 1) 
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Electrified; 2) Full grade separation; 3) Uniform Control/Signal 
System; 4) Four tracks at stations; 5) May require three to four 
Mainline Tracks; 6) Pysical or Temporal Separation from 
Conventional Freight Traffic is desired.  The co-lead agencies believe 
that under these conditions, steel-wheel-on-steel-rail high-speed 
trainsets will be able to share tracks (at reduced speeds) with other 
services without major modifications.     

PH-SF043-1 
Acknowledged.  Please see standard response 6.3.1. 

PH-SF043-2 
Please see standard response 2.18.1. 

PH-SF044-1 
Acknowledged. 

PH-SF044-2 
Please see standard response 2.36.8. 
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Comment Letter PH-SF045 
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Response to Comments of Carolyn M. Gonot, Chief Development Officer, Santa Clara Valley Transportation 
Authority, April 15, 2004 (Letter PH-SF045) 

PH-SF045-1 
Please see standard response 2.18.1.  The referenced bond measure 
is now scheduled for the November 2006 ballot. 
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Comment Letter PH-SF046 
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Response to Comments of Mikhail Davis, Field Director for the Brower Legacy, April 15, 2004 (Letter PH-SF046) 

PH-SF046-1 
Please see standard response 2.18.1. 
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Comment Letter PH-SF047 
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Response to Comments of Eugene K. Skoropowski, Capitol Corridor Joint Powers Authority, April 15, 2004 
(Letter PH-SF047) 

PH-SF047-1 through 5 
Same as PH-SF002. Please see PH-SF002 for responses. 
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Comment Letter PH-SF048 
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Response to Comments of James Fang, President, San Francisco Bay Area Rapid Transit District (BART),  
April 15, 2004 (Letter PH-SF048) 

PH-SF048-1 
Acknowledged.  Read under PH-SF041. Please see PH-SF041 for 
responses. 

 

 

 



California High-Speed Train Final Program EIR/EIS Response to Comments 

 

 
CALIFORNIA HIGH SPEED RAIL AUTHORITY 

 
 

U.S. Department 
of Transportation 
Federal Railroad 
Administration 

Page 7-289

 

Comment Letter PH-SF049 
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Response to Comments of Shelly Kessler, San Mateo County Central Labor Council, April 15, 2004 (Letter PH-SF049)

PH-SF049-1 through 3 
Same comment as PH-SF004. Please see PH-SF004 for responses. 
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Comment Letter PH-SF050 
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Comment Letter PH-SF050 Continued 
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Response to Comments of Mike Nevin and Mark Church, Supervisor, San Mateo County Board of Supervisors,  
April 15, 2004 (Letter PH-SF050) 

PH-SF050-1 and -2 
Read under PH-SF003.  Please see responses to PH-SF003. 

PH-SF050-3 
Acknowledged. 
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Comment Letter PH-SF051 
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Response to Comments of Leland Y. Yee, Ph.D., California State Assembly, April 14, 2004 (Letter PH-SF051) 

PH-SF051-1 
Same comment as PH-SF001. Please see PH-SF001 for responses. 

 



California High-Speed Train Final Program EIR/EIS Response to Comments 

 

 
CALIFORNIA HIGH SPEED RAIL AUTHORITY 

 
 

U.S. Department 
of Transportation 
Federal Railroad 
Administration 

Page 7-296

 

Comment Letter PH-SF052 
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Response to Comments of Jane Morrison, Chair, San Francisco Democratic Party, April 15, 2004 (Letter PH-SF052) 

PH-SF052-1 
Acknowledged.  The Authority has identified the Transbay Terminal 
as the preferred HST station to serve downtown San Francisco. 
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Comment Letter PH-SF053 
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Comment Letter PH-SF053 Continued 
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Response to Comments of Shanna O’Hare, Oakland Public Works Agency, April 15, 2004 (Letter PH-SF053) 

PH-SF053-1 
Please see standard response 6.2.1. 

PH-SF053-2 
Please see standard response 6.8.1. 

PH-SF053-3 
Please see standard response 6.2.1. 

PH-SF053-4 
Please see standard response 6.2.1. 
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Comment Letter PH-SF054 
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Response to Comments of Mikhail Davis, Earth Island Institute, April 15, 2004 (Letter PH-SF054) 

PH-SF054-1 
Please see standard response 6.3.1. 
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Response to Comments of John Diamante, Threshold Inc., April 15, 2004 (Letter PH-SF055) 

PH-SF055-1 
Acknowledged. 
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Comment Letter PH-SF056 
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Response to Comments of John Wilkinson, Sierra Club, April 15, 2004 (Letter PH-SF056) 

PH-SF056-1 
Please see standard response 6.3.1. 
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Comment Letter PH-SF057 

 



California High-Speed Train Final Program EIR/EIS Response to Comments 

 

 
CALIFORNIA HIGH SPEED RAIL AUTHORITY 

 
 

U.S. Department 
of Transportation 
Federal Railroad 
Administration 

Page 7-308

 

Response to Comments of Ron Patterson, April 15, 2004 (Letter PH-SF057) 

PH-SF057-1 
Please see standard response 6.23.1. 
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Comment Letter PH-SF058 
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Response to Comments of Patrick Moore, April 15, 2004 (Letter PH-SF058) 

PH-SF058-1 
Please see standard response 2.18.1. 
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Comment Letter PH-SF059 
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Response to Comments of Jamie Swartz, April 15, 2004 (Letter PH-SF059) 

PH-SF059-1 
Please see standard response 6.3.1. 
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